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(57) ABSTRACT

A supercharger for an internal combustion engine including a
turbocompressor having at least one compressor impeller and
a suction side and a pressure side, a flywheel mass for storing
drive energy, an auxiliary motor for driving the compressor
impeller and the flywheel mass, and a first shut-off element
which is arranged on the suction side of the turbocompressor,
the region between the first shut-off element and the compres-
sor impeller of the turbocompressor forming a suction-side
compressor air space, and the turbocompressor being
designed in such a way that, after the first shut-oft element is
closed, the suction side compressor air space can be substan-
tially evacuated.

16 Claims, 3 Drawing Sheets
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1
SUPERCHARGER FOR INTERNAL
COMBUSTION ENGINES

1. FIELD OF APPLICATION

The invention relates to a supercharger for an internal
combustion engine which comprises a turbocompressor hav-
ing at least one compressor impeller and having a suction side
and a pressure side, a flywheel mass for storing drive energy,
an auxiliary motor for driving the compressor impeller and
the flywheel mass, and a first shut-off element which is
arranged on the suction side of the turbocompressor, the
region between the first shut-off element and the compressor
impeller of the turbocompressor forming a suction-side com-
pressor air space, and the turbocompressor being designed in
such a way that, after the first shut-off element is closed, the
suction-side compressor air space can be substantially evacu-
ated, preferably exclusively by means of the inherent com-
pressor capacity of the turbocompressor.

II. TECHNICAL BACKGROUND

It is known to compress the air which is fed to an internal
combustion engine for the combustion in the cylinders by way
of'exhaust gas turbochargers which are driven by the exhaust
gas energy of the internal combustion engine or by way of
mechanical superchargers. A performance increase of the
internal combustion engine is achieved as a result. If
mechanical superchargers are used, they can be driven
directly by the internal combustion engine, for example via a
belt drive, or they can be driven by an auxiliary motor, for
example an electric motor.

If the air which is fed to the internal combustion engine is
compressed by an exhaust gas turbocharger, it is known that,
in the case of sudden load requests, for example during the
transition from the part load range into the full load range
during acceleration of a vehicle which is driven by way of the
internal combustion engine, the exhaust gas turbocharger is
not capable of providing the charge air quantity which is
required to provide the torque which is requested from the
internal combustion engine. This effect is frequently also
called “turbo lag”. This is caused by the fact that the existing
exhaust gas energy is not sufficient to drive the turbocharger
in such a way that the desired boost pressure can be provided.
Inertia of the turbocharger also leads to a delay in the build up
of boost pressure occurring.

These problems are solved firstly by structural changes of
the turbocharger, for example by turbochargers with a vari-
able turbine geometry. Another solution which is known in
the prior art consists of providing an electric motor on the
shaft of the turbocharger (what is known as an “electrically
assisted exhaust gas turbocharger”).

A third option consists of providing a mechanically driven
supercharger in addition to the exhaust gas turbocharger,
which supercharger provides boost pressure only when, on
account of sudden load requests, the exhaust gas turbocharger
is not capable of providing the required boost pressure imme-
diately, thatis to say is subject to turbo lag. Here, the mechani-
cal supercharger can in principle be driven by the internal
combustion engine, as is also predominantly the case in
mechanical superchargers which are used exclusively to
supercharge the internal combustion engine. Since, here, the
mechanical supercharger assists merely the exhaust gas tur-
bocharger at certain operating points, however, assisting
mechanical superchargers of this type are predominantly
driven not by the internal combustion engine itself, but rather
by a dedicated auxiliary motor.
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In order, during this turbo lag, for it to be possible for the
missing, required boost pressure which is not provided by the
exhaust gas turbocharger to be provided by the mechanically
driven additional supercharger, the latter has to have a very
short response time. If the mechanical supercharger is driven
only when it is required for the provision of the charge air,
delays occur as a result of the running up of the mechanical
supercharger. For running up, the superchargers which cur-
rently respond most quickly require a start up time in the order
of magnitude of from 350 to 400 ms. If the mechanical super-
charger is driven by an electric motor, a very high current
consumption by the electric motor occurs during this running
up. However, a current consumption of this type is not per-
missible in the case of conventional 12 volt vehicle on-board
electrical systems, since it can lead to considerable voltage
dips. It lies in the order of magnitude of 350 A starting current
and 250 A steady current in the case of an output power in the
order of magnitude of 2.6 kW.

1II. SUMMARY OF THE INVENTION
a) Technical Object

The invention is therefore based on the object of providing
a mechanically driven supercharger (called a “supercharger”
in the following text) for an internal combustion engine,
which supercharger can be provided for compensating for
what is known as the turbo lag, in particular in the context of
the assistance of an exhaust gas turbocharger, and therefore
can provide the required boost pressure immediately when
required, and the energy consumption of which is minimized
at the same time. Moreover, the invention is based on the
object of providing a method for operating a supercharger of
this type, which method firstly makes rapid provision of the
requested boost pressure possible, and in the process sec-
ondly limits both the energy consumption of the super-
charger, as viewed over the entire service life, and the maxi-
mum energy consumption which occurs at individual
operating points.

b) Achievement of the Object

This object is achieved by a supercharger having the fea-
tures of claim 1 and by a method having the features of claim
9. Further features of the invention result from the subclaims.

A supercharger according to the present invention com-
prises a turbocompressor, a flywheel mass, an auxiliary motor
and at least one first shut-oft element. The turbocompressor
has at least one compressor impeller and a suction side and a
pressure side. The pressure side is that side of the compressor
impeller of the turbocompressor, on which the compressed
charge air is at the higher pressure. The pressure side is
therefore that side of the turbocompressor which lies closer to
the internal combustion engine in the usual flow direction of
the charge air.

The turbocompressor, flywheel mass and auxiliary motor
are connected mechanically to one another by being arranged,
for example, on a common shaft. The turbocompressor and
the flywheel mass are driven by the auxiliary motor. Drive
energy for driving the turbocompressor during the turbo lag is
stored in the flywheel mass.

A first shut-off element, for example a controllable throttle
valve, is arranged on the suction side of the turbocompressor.
The region between the first shut-off element and the at least
one compressor impeller of the turbocompressor forms a
suction-side compressor air space which therefore comprises
the space on the suction side of the compressor impeller of the
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turbocompressor and the pipeline systems which are arranged
on the suction side, as far as the first shut-off element.

The turbocompressor is designed in such a way that the
suction-side compressor air space is at least largely evacu-
ated, preferably exclusively by the inherent compressor
capacity of the turbocompressor, after the first, that is to say
suction-side, shut-off element has been closed.

A supercharger which is configured in the sense of the
invention is distinguished, above all, by the fact that the
supercharger, when it is driven in a sustained manner by the
auxiliary motor, requires only a low power output to be pro-
vided by the auxiliary motor in order to drive the turbocom-
pressor in this sustained operation when the suction-side first
shut-off element is closed. It is possible as a result to operate
the turbocompressor of the supercharger in a state in which it
is driven in a sustained manner. If the supercharger is not
required, in order, for example, to compensate for the turbo
lag of an exhaust gas turbocharger, by means of which the
internal combustion engine is mainly supercharged, the
supercharger can be operated in a “standby mode” and can be
kept permanently in operational readiness for the case of
sudden load requests. To this end, the first shut-oft element is
closed. The compressor then evacuates the suction-side com-
pressor space, preferably in an exclusively autonomous man-
ner. As a result of the evacuation of the suction-side compres-
sor space, the compressor has to perform scarcely any more
compression work. As a result, the drive power of the auxil-
iary motor is reduced considerably. The auxiliary motor has
to compensate substantially only for the mechanical losses of
the turbocompressor, in order to keep the turbocompressor
rotational speed at a predefined setpoint rotational speed.

Here, evacuation means generating as great a vacuum as
possible in the suction-side compressor space within the
scope of the technical possibilities, that is to say as low a
pressure as possible in this space. It is understandable that an
absolute vacuum, that is to say a compressor space which is
absolutely empty of air, naturally cannot be achieved.

As a result of the configuration according to the invention
of'the supercharger, it is possible to keep the turbocompressor
of the supercharger at a predefined setpoint rotational speed
during standby operation with a low energy consumption by
the auxiliary motor, that is to say to drive its compressor
impeller continuously, in order to provide the required boost
pressure by rapid response of the additional supercharger
when required, for example when the turbocharger which is
used in normal operation to supercharge the internal combus-
tion engine is subject to turbo lag and therefore cannot pro-
vide the required boost pressure.

It is to be noted that it is possible in principle, however, to
also provide the mechanical supercharger which is driven by
the auxiliary motor as the sole supercharger of the internal
combustion engine. A more rapid provision of a suddenly
requested torque in comparison with a non-supercharged
internal combustion engine can therefore be made possible.
Furthermore, a certain performance increase of the internal
combustion engine can also then be achieved.

The advantage of the present invention consists, above all,
of' the fact that boost pressure is available within a very short
time in booster-like manner, in particular to bridge the turbo
lag. The duration of the turbo lag lies up to now at approxi-
mately from 500 to 1000 ms. The most satisfactory turbo-
chargers at present require approximately 350 ms for running
up and therefore can provide their boost pressure only when
from 70 to 35% of the duration of the previous turbo lag has
already passed. With the aid of the present invention, the
required boost pressure is already available, after being called
up using control technology, after a reaction time of less than
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100 ms, that is to say after less than from 20 to 10% of the
duration of the previous turbo lag has passed. This very short
reaction time is determined substantially by the quickness of
the response of the first shut-off element and the duration of
the build up of pressure in the turbocompressor after the first
shut-off element is opened. In driving practice, the driver of
the vehicle, the internal combustion engine of which is
equipped with the supercharger according to the invention,
will scarcely still discern, or no longer discern at all, the turbo
lag which still remains with a duration of less than 100 ms.
The efficiency of the bridging of the turbo lag is increased
considerably by the present invention.

The drive power which is consumed by the turbocompres-
sor during standby operation is required mainly to overcome
the mechanical losses. However, a small part of the drive
power is still required to perform compressor work which is
caused by an incomplete evacuation of the suction-side com-
pressor air space. In one advantageous refinement of the
invention, the drive power can therefore be reduced further by
a second shut-off element being arranged on the pressure side
of the turbocompressor, the region between the compressor
impeller of the turbocompressor and the second shut-off ele-
ment forming a pressure-side compressor air space, and a
device being provided for substantially evacuating the pres-
sure-side compressor air space. The generation of as good a
vacuum as possible in the pressure-side compressor air space,
that is to say the generation of as low as possible a negative
pressure in the pressure-side compressor air space according
to the absolute value within the scope of the technical possi-
bilities, also leads to the negative pressure in the suction-side
compressor air space dropping further according to the abso-
lute value. In this context, the device for substantially evacu-
ating the pressure-side compressor air space assists the evacu-
ation of the suction-side compressor air space.

The device for substantially evacuating the pressure-side
compressor air space can be, for example, a vacuum pump in
the brake system of a vehicle which is driven by the internal
combustion engine, or else can be any other desired vacuum
pump. As a result, it is possible by utilizing the existing
vacuum pumps to evacuate the pressure-side compressor air
space and, in an assisting manner to a certain additional
extent, the suction-side compressor air space and therefore to
further reduce the power consumption of the turbocompres-
sor, and therefore of the auxiliary motor, in standby operation.

The auxiliary motor for driving the turbocompressor can
be, for example, an electric motor which is supplied, for
example, by the on-board electrical system of a vehicle.

In order to minimize the influence of the electric motor on
anon-board electrical system of a vehicle, with the result that,
for example, impermissible voltage dips or excessive loading
of'avehicle battery do not occur, itis advantageous to limit the
current consumption of the electric motor, for example, by
way of a control device.

In this context, a further advantage of the present invention
becomes clear. In standby operation of the supercharger, the
electric motor requires a current in the order of magnitude of
approximately 25 A+5 A to drive the turbocompressor,
depending on the design. This represents a considerable
reduction in the current strength to 10% in comparison with
the steady current consumption in conventional supercharg-
ers driven by electric motor in the order of magnitude of 250
A. If a vacuum pump is used to evacuate the pressure-side
compressor air space, a reduction in the current consumption
to less than 10 A or to under 4% of the current consumption of
conventional superchargers can be achieved. On account of
the low currents, the supercharger according to the invention
provides substantially improved electromagnetic compatibil-



US 9,228,487 B2

5

ity. It develops discernibly less heat and the entire electrical
system for the drive of the turbocompressor can be of smaller
design; in particular, electrical cables with a substantially
thinner cross section can be used.

The turbocompressor can be configured as a radial com-
pressor or as an axial compressor. A radial compressor com-
prising precisely one compressor impeller with rotational
speeds of from 40000 to 70000 rpm is preferably used. In
particular, if the turbocompressor is configured as an axial
compressor, a plurality of compressor stages which are
arranged behind one another in the axial direction can be
arranged.

In order for it to be possible to control the transition from
standby operation to supercharging operation and the transi-
tion from supercharging operation to standby operation, at
least the first shut-off element can be actuated actively by a
control device in a further advantageous refinement of the
invention.

If, according to a further advantageous refinement of the
invention, the optionally present second shut-off valve is a
nonreturn valve, it is not necessary to provide a control device
for the second shut-off element. The second shut-off element
then closes automatically as a function of the pressure on the
pressure side of the turbocompressor. However, a shut-off
element which is actuated actively, for example by a control
device, can also be used as a second shut-off element.

For operation, the supercharger requires at least one tur-
bocompressor having at least one compressor impeller and a
suction side and a pressure side, a flywheel mass for storing
drive energy, an auxiliary motor for driving the compressor
impeller and the flywheel mass, and a first shut-off element
which is arranged on the suction side of the turbocompressor.
The region between the first shut-off element and the com-
pressor impeller forms a suction-side compressor air space
which comprises the suction-side spaces of the turbocom-
pressor itself and of the adjacent pipeline systems. The super-
charger is usually used in addition to an exhaust gas turbo-
charger, but can also be used as sole supercharger, in order for
it to be possible to meet short term torque requests by the
internal combustion engine and/or in order to extend the
operating range of the internal combustion engine.

The flywheel mass can also be achieved structurally by a
suitable design of the rotating masses of the auxiliary motor
and/or of the turbocompressor.

The supercharger is operated together with the internal
combustion engine by the compressor impeller of the tur-
bocompressor and the flywheel mass being driven continu-
ously by the auxiliary motor. At operating points, at which it
is not necessary to provide an increased boost pressure by
way of the turbocompressor, the first shut-off element is
closed (called “standby operation™ in the above text). The
suction-side compressor air space is then preferably evacu-
ated exclusively by means of the inherent compressor capac-
ity of the turbocompressor.

The suction-side compressor air space is evacuated at least
largely as a result. That is to say, its pressure is considerably
lower than the air pressure of the surroundings.

If the turbocompressor is required to compress the charge
air, for example in the case of sudden torque requests made of
the internal combustion engine, which torque requests cannot
be fulfilled by cooperation of the internal combustion engine
with the exhaust gas turbocharger which is used as main
supercharger (since, for example, the exhaust gas turbo-
charger is temporarily not capable of this on account of the
turbo lag), the first shut-off element is opened. Air flows from
the suction side into the turbocompressor and the air which
has flowed in is immediately compressed by said turbocom-
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pressor to a requested pressure, since the compressor impeller
of the turbocompressor is already rotating at its nominal
rotational speed in standby operation and therefore running
up of the compressor impeller to the nominal rotational speed
is not required. The air which is compressed to the higher
boost pressure by the mechanical supercharger can then be
made available immediately to the internal combustion
engine.

During this supercharging operation, in which the tur-
bocompressor of the supercharger provides boost pressure for
the internal combustion engine, in addition to the sustained
drive by the auxiliary motor, the driving of the turbocompres-
sor is assisted discernibly by the drive energy which is stored
in the flywheel mass.

A drop in the rotational speed of the turbocompressor, after
the first shut-off element has been opened and the compressor
impeller begins to perform compression work and therefore
consumes more power, is reduced by the flywheel mass if the
auxiliary motor is not capable of providing the drive moment
which is suddenly requested by the turbocompressor.

It is therefore possible to ensure a rapid response of the
turbocompressor, for example, when an exhaust gas turbo-
charger which is used mainly for supercharging the internal
combustion engine is not capable of temporarily providing
the required boost pressure. The boost pressure is provided
immediately, and not only in a delayed manner, since the
compressor impeller is always in a state in which it is driven
continuously at its nominal rotational speed, and is therefore
immediately capable of providing compression work.

In the case of sudden use of the mechanical supercharger,
dips in the rotational speed of the compressor impeller and
therefore corresponding pressure drops of the charge air
which is provided by the turbocompressor can be reduced, by
the dips in the rotational speed being reduced by the drive
energy which is stored in the flywheel mass. If it is not
possible for the auxiliary motor to compensate for a pressure
drop in the phase, in which the mechanical supercharger
provides the boost pressure for the internal combustion
engine, the rotational speed of the compressor impeller drops.
This can be the case, for example, when the torque of the
auxiliary motor is not sufficient to provide the required drive
moment for the turbocompressor, for example because the
energy consumption of the auxiliary motor is deliberately
limited. In these phases, the drive energy which is stored in
the flywheel mass is used additionally to drive the turbocom-
pressor, and the dips in the rotational speed are reduced
thereby. In the phase, in which the supercharger is subse-
quently in standby operation, that is to say at least the first
shut-off element is closed and the turbocompressor does not
perform any compression work, the rotational speed of the
compressor impeller and of the flywheel mass is brought to
the nominal rotational speed again by the auxiliary motor.

Since the operating phases of the supercharger are as a rule
only short, that is to say lie in the order of magnitude of under
one second, since predominantly only the turbo lag of an
exhaust gas turbocharger has to be compensated for, only
small dips in the rotational speed of the supercharger and
therefore only small drops in the boost pressure occur during
this time.

As aresult ofthe evacuation of the suction-side compressor
air space, the power consumption of the turbocompressor and
therefore also of the auxiliary motor are minimized in phases,
in which the turbocompressor does not have to perform any
work and the first shut-off element is closed, with the result
that energetically optimum operation is achieved.

Continuous operation of the supercharger means that the
compressor impeller of the turbocompressor of the super-
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charger is also driven, for example, during idling phases, etc.
of the internal combustion engine. However, it is also con-
ceivable to temporarily switch off the auxiliary motor of the
supercharger in operating phases, in which it is not to be
expected that boost pressure will be called up by the tur-
bocompressor of the supercharger in an immediately immi-
nent time period, for example in relatively long idling phases
of the internal combustion engine.

It is additionally advantageous for the method for operating
the supercharger to provide a second shut-oft element on the
pressure side of the turbocompressor, with the result that the
region between the compressor impeller of the turbocompres-
sor and the second shut-off element forms a pressure-side
compressor air space, and to evacuate the pressure-side com-
pressor air space by means of an additional device for evacu-
ating the pressure-side compressor air space. As a result, the
compressor power which is still consumed by the turbocom-
pressor despite as satisfactory an evacuation of the suction-
side compressor air space as possible can be reduced even
further.

The evacuation of the pressure-side compressor air space
can take place by way of one of the devices which, for
example, are already present in a vehicle, for example by
means of a vacuum pump of a brake system.

In the method for operating a supercharger, it is advanta-
geous to use an electric motor as auxiliary motor. Said electric
motor can advantageously be fed by the on-board electrical
system of a vehicle, in which the internal combustion engine
is used. Therefore, in contrast to other embodiments of the
auxiliary motor, for example hydraulic motors, the existing
energy supply of the vehicle can be resorted to.

Furthermore, it is advantageous during operation of the
supercharger, when an electric motor is used as auxiliary
motor, to limit the current which is consumed by the electric
motor as a function of the on-board electrical system of the
vehicle. For example, a limit in the order of magnitude of
approximately 100 A is conceivable in the context of the
present invention. In particular, it is advantageous to limit the
current in such a way that no great voltage dips occur as a
result of the sudden power consumption of the auxiliary
motor during the transition from standby operation to super-
charging operation, in particular no voltage dips which lead to
voltages outside the specification limits of electronic control
units of the vehicle. This ensures that all the control units of
the vehicle operate reliably during the entire operation.

It is advantageous to actuate at least the first shut-off ele-
ment actively by a control device, whereas the optionally
existing second shut-off element optionally can either be
actuated, for example, by a corresponding control unit or else
can move autonomously into the closed state, by being con-
figured as a nonreturn valve.

EXEMPLARY EMBODIMENTS

Embodiments of the invention will be described in the
following text using the appended drawings, in which:

FIG. 1 shows an arrangement of internal combustion
engine, exhaust gas turbocharger and an additional super-
charger according to the invention,

FIG. 2 shows an arrangement of internal combustion
engine, exhaust gas turbocharger and an additional super-
charger according to the invention, the pressure-side com-
pressor air space of the additional supercharger according to
the invention being evacuated by a vacuum pump, and
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FIG. 3 shows one embodiment of the supercharger accord-
ing to the invention with a vacuum pump, in which embodi-
ment the turbocompressor is configured as a radial compres-
sor.

FIG. 1 shows an arrangement, in which an internal com-
bustion engine 1 is supplied with boost pressure by an exhaust
gas turbocharger 2 in normal operation, the exhaust gas tur-
bocharger 2 being assisted additionally by a mechanical
supercharger 5, called a supercharger in the following text.
The air which is compressed by the turbocompressor 6 of the
supercharger 5 is fed in on the suction side 15 of the com-
pressor 4 of the exhaust gas turbocharger 2. The suction side
15 of the exhaust gas turbocharger 2 and the pressure side 12
of the supercharger 5 are therefore connected to one another
in the arrangement which is shown in FIG. 1. Moreover, a
nonreturn valve 20 is provided, in order to prevent the boost
pressure which is generated by the turbocompressor 6 on the
pressure side 12 from blowing back into the intake line 21.

The exhaust gas turbocharger 2 consists of a turbine 3
which is operated by way of the exhaust gas mass flow of the
internal combustion engine 1 and drives the compressor 4 of
the exhaust gas turbocharger 2. The air which is sucked in
through the intake line 21 by the compressor 4 of the exhaust
gas turbocharger 2 on the suction side 15 is compressed
toward the pressure side 14 of the compressor 4 and is then
subsequently fed to the internal combustion engine 1.

The supercharger 5 comprises a turbocompressor 6 which
is driven by an auxiliary motor 8. The auxiliary motor 8 also
drives the flywheel mass 7.

FIG. 1 shows the auxiliary motor 8 as an electric motor
which is supplied with energy by an on-board electrical sys-
tem 9. However, any other desired embodiments of auxiliary
motors can also be used.

The turbocompressor 6 of the supercharger 5 has a suction
side 13 and a pressure side 12. A shut-oft element 10 is
arranged on the suction side 13.

At an operating point, at which the exhaust gas turbo-
charger 2 is not capable alone of providing a requested boost
pressure, by way of which the torque which is requested from
the internal combustion engine 1 can be achieved, on account
of'an excessively low exhaust gas mass flow, the additionally
required boost pressure is provided by the turbocompressor 6
of the supercharger 5.

The shut-off element 10 is open in this “supercharging
operation”. Through the shut-off element 10 and the suction
side of the turbocompressor 6, air is sucked in by the tur-
bocompressor 6 through the intake line 21 which, for
example, comes from an air filter (not shown here) of a
vehicle. The air is compressed by the turbocompressor 6. In
the configuration which is shown in FIG. 1, the charge air
which is provided by the supercharger 5 is fed to the suction
side 15 of the compressor 4, and the air mass flow which is
combined from the air from the exhaust gas turbocharger 2
and the supercharger 5 then flows jointly into the cylinders of
the internal combustion engine 1.

If the compressor capacity of the compressor 4 of the
exhaust gas turbocharger 2 is sufficient alone to provide the
boost pressure which is required for the torque which is
requested from the internal combustion engine 1, the super-
charger 5 is operated in standby operation. To this end, first of
all the shut-off element 10 is closed. The auxiliary motor 8
continues to drive the turbocompressor 6 of the supercharger
5. It is therefore also the case in standby operation that the
compressor impeller 17 (shown in FIG. 3) of the turbocom-
pressor 6 of the supercharger 5 is driven continuously by the
auxiliary motor 8. Merely in certain operating states, in which
it is foreseeable that no more boost pressure has to be pro-



US 9,228,487 B2

9

vided by the supercharger 5 over a relatively long time, it is
conceivable to switch off the supercharger 5 completely, for
example, in relatively long idling phases of the internal com-
bustion engine.

In the standby phase, the turbocompressor 6 automatically
evacuates the suction-side compressor air space 18 which can
be seen in FIG. 3, lies between the compressor impeller 17
and the shut-off element 10, and is delimited by the suction-
side walls of the housing of the turbocompressor 6.

If'the suction-side compressor air space 18 has been largely
evacuated by the turbocompressor 6, the compression work to
be performed by the turbocompressor 6 is reduced consider-
ably as a result. In the case of a total vacuum which cannot be
achieved in practice, however, it would even be the case that
no compression work at all would be carried out. In this
operating state, the auxiliary motor 8 then merely has to cover
the friction losses of the turbocompressor 6 and, in the case of
a vacuum which is not total, merely has to perform a small
amount of additional compression work. As a result, the
energy consumption of the auxiliary motor 8 is very low in
this operating state.

Atthe same time, it is ensured that the compressor impeller
17 of the turbocompressor 6 of the supercharger 5 also rotates
in standby operation continuously at a predefined rotational
speed, in order to provide the desired boost pressure imme-
diately in the case of the sudden transition into supercharging
operation of the supercharger 5, without it being necessary
beforehand to first of all bring the supercharger 5 to its nomi-
nal rotational speed. Therefore, by a running up phase of the
supercharger 5 being avoided during the transition from
standby to supercharging operation, the boost pressure which
is required for the internal combustion engine can be provided
considerably more rapidly, and the internal combustion
engine 1 can output the requested torque immediately.

Since the exhaust gas turbocharger 2 is as a rule capable
again, after a short time which is in the order of magnitude of
one second and less, of providing the boost pressure which is
requested by the internal combustion engine 1 alone without
the additional supercharger 5, the supercharger 5 can switch
into the standby phase again after this time period has
elapsed. Here, the suction-side shut-off element 10 is closed,
as described above. The turbocompressor 6 then evacuates
the suction-side compressor air space 18 between the shut-off
element 10 and the compressor impeller 17. The auxiliary
motor 8 continues to drive the turbocompressor 6 and the
flywheel mass 7. It therefore has to provide only a small
amount of energy for this purpose, however, on account of the
low power consumption of the turbocompressor 6.

Depending on the level of the torque which is provided by
the auxiliary motor 8, dips in the rotational speed of the
turbocompressor 6 can occur during supercharging operation
of'the supercharger 5, since the compression work which is to
be performed on the compressed charge air by the turbocom-
pressor 6 is greater than the drive torque which is provided by
the auxiliary motor 8. This can result firstly from the dimen-
sions of the auxiliary motor 8, but secondly also as a result of
the fact that, for example in the case in which the auxiliary
motor 8 is an electric motor which is supplied with current by
the on-board electrical system, the current consumption of the
electric motor is limited, in order not to bring about, for
example, any impermissible voltage dips of the vehicle on-
board electrical system. In this case, excessive dips in the
rotational speed on account of the difference between the
torque which is requested by the turbocompressor 6 and the
torque which is output by the auxiliary motor 8 are compen-
sated for by the drive energy which is stored in the flywheel
mass 7. The drive energy which is stored by the flywheel mass
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7 ensures at least temporarily that the rotational speed of the
compressor impeller 17 of the turbocompressor 6 is at least
largely maintained during the sudden transition from standby
to supercharging operation and does not drop too excessively
below the nominal rotational speed, with the result that the
turbocompressor 6 of the supercharger 5 can also continue to
provide sufficient boost pressure, as requested. Since the
operating phases of the supercharger 5 are as a rule shorter
than one second, since usually merely the turbo lag of the
exhaust gas turbocharger 2 has to be compensated for, merely
low dips in the rotational speed occur on account of the mode
of operation of the flywheel mass 7.

In the standby phase which follows the supercharging
phase and in which the turbocompressor 6 requires only a low
amount of drive power, the system comprising turbocompres-
sor 6, flywheel mass 7 and auxiliary motor 8 is brought slowly
to the nominal rotational speed again by the auxiliary motor 8.
The flywheel mass 7 then again stores drive energy which is
then again used as described above in the following super-
charging phase to additionally drive the turbocompressor 6 as
well as to drive the turbocompressor 6 by the auxiliary motor
8.

FIG. 2 shows a further advantageous embodiment. In said
embodiment, in a deviation from the embodiment which is
shown in FIG. 1, a second shut-off element 11 in the form of
anonreturn valve and a vacuum pump 16 are arranged on the
pressure side 12 of the turbocompressor 6. The vacuum pump
16 is connected to the pressure-side compressor air space 19
(which can be seen in FIG. 3) of the supercharger 5 on the
pressure side 12 of the turbocompressor 6. The pressure-side
compressor air space 19 is evacuated by said vacuum pump
16 during the transition into the standby phase after the shut-
off element 10 is closed. Here, the shut-off element 11 which
is configured as a nonreturn valve closes automatically. As a
result of this evacuation of the pressure-side compressor air
space 19, which evacuation can also result in a further
improvement of the vacuum in the suction-side compressor
air space 18, the compression work which is performed by the
turbocompressor 6 and therefore the power consumption of
the auxiliary motor in standby operation can be reduced fur-
ther.

Directly after the transition of the supercharger 5 from the
standby phase to supercharging operation, the shut-off ele-
ment 11 which is configured as a nonreturn valve opens
automatically, in order to allow the intake air which is com-
pressed by the turbocompressor 6 of the supercharger 5 to
flow through the compressor 4 of the exhaust gas turbo-
charger 2 to the internal combustion engine 1. In a deviation
from the illustration in FIG. 2, the shut-off element 11 can
also be configured as an actuable valve which is opened and
closed by an external controller.

The vacuum pump 16 can be a vacuum pump which is
provided specifically for the supercharger 5. However, a
vacuum pump which is already present in a vehicle, in which
the internal combustion engine is used, is advantageously
used. For this purpose, the vacuum pump of the brake system
26 may be suitable, in particular.

FIG. 3 shows one embodiment of the supercharger 5
according to the invention, in which the turbocompressor 6 is
configured as a radial compressor with precisely one com-
pressor impeller 17. The compressor impeller 17 which is
provided with compressor blades in a manner known per se
divides the space which is enclosed laterally by the compres-
sor housing 22 into a suction-side compressor air space 18 on
one side and a pressure-side compressor air space 19 on the
other side. In the embodiment which is shown, the compres-
sor air spaces 18 and 19 are delimited in the throughflow
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direction R, in which the supercharger 5 is flowed through by
the air which is to be compressed or is compressed, on the
suction side by a shut-oft element 10 which is configured as a
pivotable throttle valve and on the pressure side by a shut-off
element 11 which is configured as a nonreturn valve. The ball
of'the nonreturn valve is prestressed into its closed position by
means of a spring 25. A vacuum pump 16 which is already
present in the relevant vehicle for other purposes is connected
to the pressure-side compressor air space 19 via a solenoid
valve 23. The solenoid valve 23 is connected to the shut-off
element 10 via a control line 24.

In standby operation, the shut-off element 10 is closed and
the solenoid valve 23 is open. Accordingly, the suction-side
compressor air space 18 is evacuated with the aid of the
inherent compressor capacity of the compressor impeller 17,
whereas the pressure-side compressor air space 19 is evacu-
ated in accordance with arrow U with the aid of the vacuum
pump 16. The shut-off element 11 has closed automatically
on account of the dropping pressure in the pressure-side com-
pressor air space 19. The compressor impeller 17 rotates at its
nominal rotational speed, the auxiliary motor 8 which is
configured as an electric motor driving the compressor impel-
ler 17 and the flywheel mass 7 with a low current consump-
tion.

If the supercharger 5 is to provide boost pressure, the
solenoid valve 23 is opened and, at the same time via the
control line 24, the shut-off element 10 is opened. The
vacuum pump 16 is then disconnected from the pressure-side
compressor air space 19, and the compressor impeller 17
suddenly sucks in air for compression through the open shut-
off element 10 and the suction-side compressor air space 18.
The compressed air is likewise fed suddenly through the
pressure-side compressor air space 19 and the automatically
opening shut-off element 11 to the pressure side 15 (shown in
FIG. 2) of the compressor 4 of the exhaust gas turbocharger 2.

If an additional vacuum pump which serves exclusively for
evacuating the pressure-side compressor air space 19 in
standby operation and otherwise does not perform any further
tasks for other vehicle systems is provided in the vehicle as
vacuum pump 16, the solenoid valve 23 which is shown in
FIG. 3 can be omitted and the additional vacuum pump can be
actuated directly for the purposes of the transition between
standby operation and supercharging operation.

The internal combustion engine 1 can be a gasoline engine
or a diesel engine. As a result of the present invention, it is
possible, if a diesel engine is used, to set an optimum com-
pression ratio in said diesel engine of approximately 14:1 (in
comparison with the previously achieved compression ratios
of the order of magnitude of 15.8:1). As a result, the ignition
behavior of the diesel engine can be optimized, for example.

LIST OF DESIGNATIONS

1 Internal combustion engine

2 Exhaust gas turbocharger

3 Turbine of the exhaust gas turbocharger

4 Compressor of the exhaust gas turbocharger
5 Supercharger

6 Compressor of the supercharger

7 Flywheel mass

8 Auxiliary motor

9 Energy supply

10 First shut-off element

11 Second shut-off element

12 Pressure side of the supercharger

13 Suction side of the supercharger

14 Pressure side of the exhaust gas turbocharger
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15 Suction side of the exhaust gas turbocharger
16 Vacuum pump

17 Compressor impeller

18 Suction-side compressor air space
19 Pressure-side compressor air space
20 Nonreturn valve

21 Intake line

22 Compressor housing

23 Solenoid valve

24 Control line

25 Spring

26 Brake system

The invention claimed is:

1. A method for operating a supercharger together with an
internal combustion engine, the supercharger having a tur-
bocompressor with at least one compressor impeller and with
a suction side and a pressure side, an auxiliary motor for
driving the compressor impeller, a flywheel mass for storing
drive energy, and a first shut-off element which is arranged on
the suction side of the turbocompressor, the region between
the first shut-oft element and the compressor impeller of the
turbocompressor forming a suction-side compressor air
space; the method comprising:

constant driving of the at least one compressor impeller of

the turbocompressor and the flywheel mass by the aux-
iliary motor;

closing of the first shut-off element and substantially

evacuating the suction-side compressor air space by an
inherent compressor capacity of the turbocompressor,
thereby performing a standby operation of the super-
charger; and

opening of the first shut-off element only when the internal

combustion engine cannot provide a predefined torque,
the auxiliary motor being assisted, during driving of the
compressor impeller of the turbocompressor, by the
drive energy which is stored in the flywheel mass,
thereby performing a supercharging operation of the
supercharger;
wherein the auxiliary motor is an electric motor and is sup-
plied with an electric current during both the standby opera-
tion and the supercharging operation by an on-board electri-
cal system of a vehicle which comprises the internal
combustion engine, and wherein the electric current which is
drawn by the electric motor is limited.

2. The method as claimed in claim 1, wherein the super-
charger is used in addition to an exhaust gas turbocharger, and
the first shut-oft element is opened only when the internal
combustion engine cannot provide a predefined torque solely
in cooperation with the exhaust gas turbocharger.

3. The method as claimed in claim 1 or 2, wherein the
supercharger has a second shut-off element on the pressure
side of the turbocompressor, the region between the compres-
sor impeller of the turbocompressor and the second shut-off
element forms a delivery-side compressor air space, and the
method additionally comprises substantially evacuating the
delivery-side compressor air space.

4. The method as claimed in claim 3, wherein the evacua-
tion of the delivery-side compressor air space takes place by
means of a vacuum pump of a brake system of a vehicle which
comprises the internal combustion engine.

5. The method as claimed in claim 3, wherein the second
shut-off element is transferred into a closed state in the con-
text of the operation of evacuating the delivery-side compres-
Sor air space.

6. The method as claimed in claim 5, wherein the second
shut-off element passes automatically into the closed state.
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7. The method as claimed in claim 1, wherein the electric
current is limited in such a way that the on-board electrical
system does not experience any voltage dip which lies outside
predefined specification limits of electronic control units of
the vehicle.

8. The method as claimed in claim 1, wherein at least the
first shut-off element is actuated actively by a control device.

9. The method as claimed in claim 1, wherein the electric
current which is drawn by the electric motor is limited to 100
Amperes.

10. A supercharger for an internal combustion engine,
comprising:

a turbocompressor having at least one compressor impel-
ler, the turbocompressor having a suction side and a
pressure side;

a flywheel mass for storing drive energy;

an auxiliary motor for driving the compressor impeller and
the flywheel mass; and

a first shut-off element which is arranged on the suction
side of the turbocompressor, wherein a supercharging
operation mode of the supercharger is defined when the
first shut-off element is in its opened condition;

the region between the first shut-off element and the com-
pressor impeller of the turbocompressor forming a suc-
tion-side compressor air space, and the turbocompressor
being designed in such a way that, after the first shut-off
element is closed, the suction-side compressor air space
is configured to be substantially evacuated by an inher-
ent compressor capacity of the turbocompressor thereby
defining a standby operation mode of the supercharger;

10

15

14

wherein the auxiliary motor is an electric motor which is
supplied with an electric current in both the standby
operation mode and the supercharging operation
mode by an on-board electrical system of a vehicle
and the supercharger further comprises a control
device configured to limit the electric current draw of
the electric motor.

11. The supercharger as claimed in claim 10, wherein a
second shut-off element is arranged on the pressure side of the
turbocompressor, the region between the compressor impel-
ler of the turbocompressor and the second shut-off element
forms a delivery-side compressor air space, and further com-
prising a pump configured to substantially evacuate the deliv-
ery-side compressor air space.

12. The supercharger as claimed in claim 11, wherein the
device for substantially evacuating the delivery-side com-
pressor air space is a vacuum pump of a brake system of a
vehicle.

13. The supercharger as claimed in claim 11, characterized
in that the second shut-off element is a nonreturn valve.

14. The supercharger as claimed in claim 10, wherein the
turbocompressor is a radial compressor.

15. The supercharger as claimed in claim 10, wherein at
least the first shut-off element is configured to be actuated
actively by a control device.

16. The supercharger as claimed in claim 10, wherein the
control device is further configured to limit the electric cur-
rent draw of the electric motor to 100 Amperes.
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